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Can  the  Central  Business  District  (CBD)  of  Boston  avoid 
the  continuous  decline  in  economic  markets  and  physical  appearance 
which  plagues  many  American  cities?  The  answer  will  be  deter- 
mined by  the  outcome  of  a  complex  plan,  entitled  the  "Downtown 
Crossing."  This  plan  calls  for  extensive  redevelopment  with- 
in the  central  business  district  area.  Not  only  will  there  be 
restrictions  placed  on  vehicular  traffic  in  and  around  the  region, 
but  the  streets  will  be  designed  for  pedestrians. 

The  vitality  and  economic  stability  of  downtown  Boston  has 
been  steadily  declining  since  the  early  1950 's.   "Between  1954 
and  1963,   the  retail  sale  trends  were  down  $92  million  to  $407 

million."   Between  1963  and  1967,  "the  CBD  sales  increased  only 
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1%, "   The  city  of  Boston  has  been  concerned  for  a  long  time  be- 
cause of  the  decline  in  retail  sales.  Boston  has  too  much  in- 
vested in  this  vital  area  to  allow  it  to  die. 

Before  looking  at  the  future  prospects  for  this  region,  it 
is  important  to  ascertain  the  reasons  for  the  decline  in  this  once 
prosperous  business  district. 

The  CBD  is  roughly  bounded  by  Tremont  Street,  West  and  Bedford 
Streets,  Chauncy  and  Arch  Street,  and  School  and  Milk  Streets.   The 
demographic  characteristics  have  changed  dramatically  over  the  last 
30  years.   People  have  been  moving  to  the  suburbs  where  the  cost 
of  living  has  been  less.  When  the  people  left,  business  followed. 
The  people  that  left  had  higher  incomes  than  the  people  that  re- 


mained.  Since  the  remaining  people's  ability  to  consume  was  not 
as  great  as  the  people  that  left,  the  retail  sales  declined.  How- 
ever, Boston  is  beginning  to  see  an  increase  in  the  population 
living  within  the  city  and  therefore  there  is  the  potential  for 
the  retail  sales  to  increase. 

There  are  other  problems  within  this  region  which  have  been 
compounding  for  several  years.   The  cost  of  property  and  taxes 
have  been  increasing.  The  existing  buildings  are  old  and  often 
unsuitable  for  the  adaptation  into  modern  facilities.  Besides, 
the  cost  of  adaptation  is  enormous.   Expanding  businesses  today 
need  large  areas  of  land  and  the  CBD  consists  of  small  parcels 
of  land  with  fragmented  ownership.   The  cost  of  assembling  sev- 
eral parcels  of  land  to  make  a  suitable  site  location  is  pro- 
hibitive.  New  development  within  the  region  has  been  negligible 
in  recent  years.  Also,  existing  businesses  have  been  reluctant 
to  remodel  their  buildings. 

According  to  Mr.  Alvin  Schmertzler  of  the  Winter  Street 
Merchants  Association,  the  deterioration  of  the  CBD  has  resulted 
from  the  city's  negligence  with  the  upkeep  and  the  revitalization 
of  the  area.  Mr.  Memolo  from  the  Boston  Redevelopment  Authority 
made  a  similar  statement  about  the  importance  of  the  city  following 
the  innovative  trends  which  create  excitement  in  the  city.  He  also 
coimnented  that  Boston  is  a  historical  city,  the  memories  which  must 
be  kept  alive,  and  one  way  of  doing  this  is  to  keep  the  CBD  alive 
during  the  day  as  well  as  the  night.  Presently,  this  area  is  a 
lively  and  active  place  by  day  and  a  ghost  town  by  night. 

ii 


"By  rough  estimates,  27  million  person-hours  per  year  are 
spent  on  the  streets  in  downtown  Boston."  The  environment  among 
these  streets  is  very  unpleasant:   over-crowding  of  people,  con- 
flict between  pedestrians  and  auto  traffic,  noise  and  pollution. 
The  comer  of  Washington  Street  and  Summer  Street  is  the  most 
heavily  traveled  cross  section  in  Boston.   Therefore,  one  of  the 
primary  reasons  for  the  pedestrianization  of  this  area  has  "been 
to  enhance  and  revitalize  the  major  retail  shopping  street  in  an 
effort  to  compete  more  effectively  with  suburban  shopping  centers 
and  to  reverse  a  situation  of  declining  retail  sales  in  the  down- 
town area. 


Ill 


"In  1960,  Boston's  Downtown  Core  was  the  deteriorating  shell 
of  leftover  structixes  from  earlier  epochs  of  the  city's  history  - 
abandoned  waterfront  warehouses  and  factories,  once  fashionable 
neighborhoods  largely  converted  to  rooming  houses,  seedy  enter- 
tainment centers  which  had  served  America's  Armed  Forces  sta- 
tioned in  the  Boston  area  in  two  world  wars.  No  new  theatre  or 

cultioral  facility  had  been  established  since  the  1920 's.  Only 
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one  major  new  office  building  had  been  constructed  since  1929." 

And  so  began  the  decline  which  was  to  lead  to  a  final  ulti- 
matum-redevelop or  die.  As  the  middle  class,  more  affluent  popu- 
lation was  being  drawn  away  from  the  downtown  area  due  to  loss  of 
jobs,  in  came  the  disadvantaged  population,  and  the  decline  of 
downtown  Boston  was  to  continue.  At  this  point,  it  is  necessary 
to  examine  the  question:  What  was  drawing  the  middle  class  popu- 
lation away  from  the  downtown  area  into  the  suburbs? 

First  of  alii  as  the  suburban  areas  of  Boston  were  being  dev- 
eloped, there  also  came  about  a  considerable  increase  in  job  op- 


portunities  there,  and  inevitably,  larger  levels  of  income.   In 
addition  to  there  being  more  jobs  available,  there  were  also  new 
and  better  interstate  highways  put  in  which  added  to  the  ease  ^£ 
traveling  from  the  inner- city  into  the  outlying  areas  of  Boston. 
One  other  major  influence  which  contributed  to  the  immigration  of 
the  middle  class  to  the  subiorbs,  was  the  Federal  Mortgage  Insur- 
ance policies,  which  made  it  less  expensive  to  live  outside  of 
the  inner  city  and  made  it  possible  to  obtain  better  housing 
facilities  for  less  money  than  would  be  needed  to  maintain  pro- 
perty in  the  downtown  area. 

The  results  of  this  large  immigration  were  that  not  only  had 
the  middle  class  popiilation  left  the  area,  but  the  manufacturing 
and  wholesale  trade  began  to  flow  to  the  suburbs  also.  The  reason 
for  this  being  that  "it  was  easier  to  build  modern,  one-story  plants 
with  easy  access  to  the  interstate  highway  system,  and  to  take  ad- 
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vantage  of  lower  land  and  property  tax  costs." 

The  city  did  not  do  anything  about  it.  The  city  let  the  down- 
town area  deteriorate  as  the  years  went  by.  The  poor  conditions 
dictated  the  emergence  of  suburban  malls.   As  a  result  the  Central 
Business  District  declined  further.  The  city  should  have  been  con- 
cerned. 

The  existing  downtown  street  network  has  become  an  anachronism 
in  this  automobile  age.  The  street  system  was  not  designed  for  the 
movement  of  high  volumes  of  motor  vehicle  traffic,  but  rather  for 
a  compact  18th  century  city  where  walking  was  the  most  common  travel 
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mode . ^ 


The  demand  for  convenient  on-street  parking  increased  to 
exceed  the  limited  supply  available.  This  increased  the  amoiant 
of  illegal  parking  along  with  poor  enforcement  of  regulations. 
Pedestrians  and  vehicles  found  themselves  in  a  constant  state  of 

conflict  and  amidst  an  environment  of  inadequate  facilities  for 
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the  modem  age. 

The  existing  transit  system  offered  very  little  service  be- 
tween the  peripheral  parking  location  and  the  centers  of  activity, 
particiilarly  the  commercial  district.  A  negative  result;   isola- 
tion of  the  CBD.  The  downtown  area  was  steadily  disappearing.  It 
had  become  a,  ghost  town.  Then  someone  woke  up  and  acted. 

Since  191A-,  studies  had  been  made  in  the  CBD  area  that  have 
recommended  highly  the  widening  of  the  sidewalks  on  Washington 
Street,  but  nothing  had  been  done.  The  Boston  Chamber  of  Commerce 
described  the  situation  as  follows:   "Under  present  conditions 
the  sidewalks  on  both  sides  of  the  street  are  inadequate  for  pedes- 
trian traTfic  during  the  major  portion  of  the  day.  Pedestrians 
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are  forced  to  use  the  streets." 

The  emergence  of  the  BRA  came  about  "at  a  time  when  there  was 
a  loss  of  jobs  and  prosperity,  and  widespread  blight,  particularly 
in  the  downtown  area."  The  purpose  of  the  BRA  was  to  change  the 
image  of  Boston  while  at  the  same  time,  still  maintain  her  his- 
toric importance. 

One  of  the  first  projects  that  the  BRA  undertook  was  the  con- 
version  of  Scollay  Square,  an  area  of  burlesque  houses,  that 
was  a  S3anbol  of  the  city's  decline,  into  what  is  now  Government 
Center.  This  developed  a  new  climate  for  the  city  overnight,  also 
giving  new  impetus  to  the  redevd-opment  of  the  downtown  area 


as  a  whole.  Prior  to  the  Government  Center  project,  there  had 
been  no  major  new  office  buildings  in  the  city  in  thirty  years. 

In  1967,  the  BRA  submitted  a  central  business  district  plan 
to  redevelop  Boston,  but  it  was  never  approved  by  the  public  or 
the  Federal  government.  One  of  its  proposals  was  to  make  Wash- 
ington Street  fully  pedestrianized  because  of  the  constant  con- 
flict between  pedestrians  and  car  traffic.  A  lack  of  support 
resulted. 

In  1971,  Washington  Street  was  closed  on  Saturdays  for  an 

experiment.  Poor  management  and  severe  traffic  resulted.  Again, 
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strong  opposition  was  aroused. 

All  of  a  sudden,  a  Winter  Street  merchant,  Mr.  Al.  Schmertzler, 
took  the  initiative  to  write  a  letter  to  the  Mayor  and  the  BRA 
(see  Exhibits  I  and  II).  He  described  to  them  the  poor  conditions 
that  all  the  Winter  Street  merchants  found  surrounding  their  pre- 
mises. He  asked  for:jninor  improvements  in  sidewalks  and  more 
lighting  on  the  street.  Unexpectedly,  and  until  this  day  he  does 
not  know  why,  the  Mayor  and  the  BRA  wrote  back  to  him.  They  said 
they  were  willing  to  take  action,  come  up  with  a  plan... for  major 
improvements,  if  Mr.  Schmertzler  could  get  support  from  all  the 
retailers  and  prove  to  them,  that  all  of  them  were  in  full  support 
of  redevelopment. 

And  so  the  Winter  Street  Merchants  Association  was  formed, 
as  a  community  based  group.  They  proceeded  to  appeal  to  the  big 
retailers  and  therefore  g^jproached  the  Retail  Trade  Board  (see 
Exhibit  III)  for  support,  after  the  plan  was  devised.  After  the 


Mayor  was  convinced  that  there  was  strong  support  ajnong  the  re- 
tailers, he  brought  in  Ms.  Lloyd,  as  the  Transportation  Advisor, 
and  her  assistant.  Sue  Clippenger,  to  work  on  a  plan.  The  city 
and  BRA  needed  funding, so Aappealed  to  the  Urban  Massachusetts 
Transportation  Authority  (UMTA)  for  Federal  aid.  UMTA  then  be- 
came  involved  in  the  planning  aspect  of  the  project. 

The  Auto  Restricted  Zone  proposal  was  presented  in  the  early 
part  of  1975  by  the  Moore-Heder  Architects  (representing  UMTA)  to 
the  Mayor's  transportation  advisor,  Ms.  Emily  Lloyd  to  ascertain 
the  city's  interest  in  designing  the  ARZ  plan.  The  plan  was  in- 
tended to  be  implemented  in  1977.  The  BRA  had  been  designated  as 
the  lead  agency  in  both  the  planning  and  implementation  of  the 
ARZ  plan.^^ 

Revitalization  of  the  downtown  area  was  clearly  on  its  way. 
It  would  lead  to  the  alteration  of  the  unprestigious  image  the 
present  center  city  had.  However,  it  was  not  going  to  be  that 
easy. 

An  auto  restricted  zone  is  a  geographic  area  in  which  one  or 
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more  factors  place  limitations  upon  vehicular  traffic.  -^     In  actu- 
ality, it  is  much  more  than  a  restriction  on  traffic.   It  strongly 
encourages  the  use  of  transit  while  at  the  same  time  providing 
better  pedestrian  facilities  and  urban  design  features.  Its  goals 
are  various.  It  directs  its  actions  at  preserving  and  enhancing 
the  vitality  of  urban  centers.  The  ARZ  encourages  the  improvement 
of  the  environmental  quality  in  urban  centers  and  the  utilization 
of  non-auto  modes  of  transport. 


The  reorganization  of  traffic  alone  is  not  going  to  improve 
the  CBD,  but  it  is  a  place  to  start.  Such  conditions  as  un- 
pleasant crowding,  conflict  with  autos,  noise  and  pollution,  un- 
safety  and  a  neglected  physical  environment  in  the  downtown  area, 
have  to  be  eliminated  too.  These  are  reasons  why  the  public  has 
stopped  frequenting  the  area. 

The  ARZ  plan  consists  of  a  new  circiolation  framework  for 
buses,  pedestrians,  cars,  taxis  and  delivery  trucks.   It  proposes 
street  improvements  to  enhance  the  pedestrian  environment  and 
special  one  year  programs  to  fund  maintenance,  promotion,  enforce- 
ment and  bus  operations. 

The  Boston  Redevelopment  Authority  organized  a  meeting  with 
Jordan  Marsh,  Filene's,  Woolworth's  and  Kennedy's  to  discuss  the 
proposed  plan  of  UMTA,  once  it  was  devised.  Mr.  Schmertzler  pre- 
sented it  to  them.   It  gained  general  support,  but  the  big  retail- 
ers would  not  endorse  the  project  lontil  they  had  a  written  and  signed 
letter  from  the  City,  assuring  them  of  the  City's  full  support 
and  commitment.  They  wanted  a  written  and  formal  commitment  from 
the  City  and  BRA  promising  that  everything  that  was  proposed  would 

be  carried  out  and  done  just  as  it  was  presented  to  them.   The 
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letter  was  obtained  and  several  procedures  followed. 

7 
On  November  1975*  the  BRA  compiled  and  sent  the  initial  ap- 
plication to  UMTA  for  permission  to  establish  an  "auto  restricted 
zone"  in  the  city  of  Boston.  The  application  described  the  existing 
potential  for  an  ARZ  case  study  to  be  accomplished  in  Boston,  which 
would  give  the  City  accessibility  to  Federal  funds. 


The  Massachusetts  Lieutenant  Governor  Thomas  P.  O'Neill  III, 
wrote  a  letter  to  the  Secretary  of  Transportation,  Mr.  William  T. 
Coleman,  urging  him  to  support  the  candidacy  of  Boston  for  an  ARZ 
Demonstration  Grant. 

The  following  month,  the  UMTA  representatives,  among  them 
their  consultants,  visited  Boston  for  the  first  time  to  ascer- 
tain the  elements  of  the  Boston  proposal  in  greater  detail.  And 

on  April  13,  1976,  UMTA  approved  Boston  as  one  of  the  five  case 
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Study  cities  eligible  for  a  Demonstration  Grant. 

Detailed  planning  for  the  ARZ  proposal  was  conducted  through 
the  Spring  of  1977,  primarily  headed  by  four  UMTA  consultants,  as- 
sisted by  the  BRA,  the  Traffic  and  Parking  Department,  and  the  Cen- 
tral Transportation  Planning  Staff  with  the  overall  direction  from 
the  UMTA.   The  BRA  became  responsible  for  day-to-day  working  con- 
tacts with  the  consultants.  The  BRA  supplied  technical  support, 
while  the  Mayor's  office  provided  the  policy  inputs. 

The  consultants  came  up  with  several  proposals:   the  Tremont- 
Purchase  Scheme  which  restricted  traffic  throughout  the  entire  CBD. 
The  Devonshire-Congress  alternative  channeled  traffic  to  the  peri- 
phery of  the  retail  district.  Three  variations  to  this  proposal 
were  included  in  Scheme  F  which  suggested  the  closing  down  of  auto 
traffic  for  four  and  a  half  months-   on  Summer,  Winter,  Washington, 
Hawley  and  portions  of  Chauncey  Street.   Changes  in  the  MBTA  sys- 
tem and  a  provision  of  a  new  shuttle  bus  system  were  recommended 
in  the  Transit  Plan  D.''^ 
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The  BRA  wanted  to  make  sure  that  the  area  closed  to  traffic 
would  be  filled  with  other  activities  in  addition  to  shopping, 
which  would  generate  enough  pedestrian  activity  to  warrant  the 
closxire.  At  the  origination  stage  of  the  project,  the  area  con- 
sidered for  the  ARZ  case  study  proved  to  be  very  large.  Gradually 
the  area  in  question  was  reduced  to  a  concentrated  and  well-defined 
area.  The  BRA  believed  that  if  the  area  covered  by  the  project 

were  larger,  it  would  interfere  with  the  provision  of  essential 
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services  needed  by  the  merchants  in  the  interior  of  the  region. 

"Scheme  G,"  a  less  restrictive  plan  developed  as  a  result  of 
the  city's  and  the  constiltants  joint  effort  and  interest  in  coming 
up  with  a  feasible  and  highly  supported  plan.  Chauncy  and  Arch 
Streets  woiild  carry  northbound  traffic  to  Milk  Street.  Milk  Street 
would  become  west-bound  only  from  Arch  to  Washington  Street.  Wash- 
ington Street  would  remain  open  to  north-bound  circulation  to  the 
north  of  Milk.  School  Street  traffic  heading  east  would  be  diverted 
to  Water  Street.  The  short  section  next  to  the  Boston  Five  Bank 
would  be  closed  (see  Exhibit  IV).  The  plan  won  the  Mayor's  approv- 

In  the  late  Spring  of  1977,  the  Mayor's  office  was  ready  to 
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implement  "Scheme  G."    It  was  rather  difficult  to  implement  be- 
cause support  had  to  be  gained  from  various  groups  involved  in  the 
project,  the  most  important  group  being  the  merchants. 

At  the  beginning,  the  merchants  were  somewhat  reluctant  to  go 
along  with  the  plan.  A  prominent  figure,  involved  in  the  redevel- 
opment of  Chestnut  Street  in  Philadelphia,  was  invited  by  the  BRA 
to  discuss  their  experiences  and  positive  results  with  the  mer- 


23 
chants  in  Boston.    The  merchants,  fxolly  aware  of  the  highly- 
successful  auto-free  zone  opened  in  Fan«uil  Hall  in  1976,  and 
faced  with  declining  sales  voliMe,  became  enthusiastic  supporters 
of  the  Boston  ARZ.  Support  was  also  gained  from  the  Taxi,  Down- 
town Parking  and  Neighborhood  Associations  during  the  summer  of 
1977. 

The  MBTA  was  invited  to  participate  and  provide  imput  into 
the  project  during  July,  1977.  Mr.  Robert  R.  Kiley,  Chairman 
of  the  Board  of  the  MBTA,  gave  his  full  support  to  the  project. 

The  small  staff  at  the  Mayor's  office  was  faced  with  accom- 
plishing various  activities  necessary  for  the  implementation  of 

/the  project.  Ms.  Emily  Lloyd  requested  the  BRA  Plan.  Mr.  William 
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I  McGrath  of  the  BRA  was  designated  Project  Coordinator.  ^ 

A  public  hearing  was  held  on  January  5,  1978,  to  inform  the 
people  about  the  proposed  plan  for  the  downtown  area.  This  hear- 
ing was  conducted  not  only  to  stimulate  interest  in  the  area,  but 
to  also  provide  the  BRA  with  feedback  on  the  proposal. 

The  UMTA  showed  great  concern  for  the  possible  environmental 
impacts  that  the  plan  might  have.  Once  again,  representatives  of 
UMTA  came  to  Boston  to  examine  the  details  of  the  project  and  the 
present  conditions  of  the  environment.  The  MBTA  and  the  BRA  were 
committed  to  analyze  the  effects  of  the  project  on-  the  environ- 
ment during  the  implementation  period.  If  the  project  would  bring 
about  any  significant  and  negative  impact  on  the  environment,  the 
project  vculd  have  been  modified  to  avoid  serious  effects. 

The  Mayor,  BRA  and  the  MBTA  signed  a  Letter  of  Agreement  to 
establish  the  corrSensus  needed  to  proceed  with  the  project  engi- 
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neering.  The  MBTA  was  assigned  as  the  lead  agency  in  the  engi- 

26 
neering  of  the  project. 

i/    On  March  28,  1978,  Mr.  ff.  Walsh,  Director  of  the  BRA,  sent 
a  letter  accompanied  by  the  Final  application  for  a  Demonstra- 
tion Grant  of  $1,516,955  (xinder  the  UMTA  Act  of  1964,  as  amended), 
to  Mr.  Richard  Page,  Administrator  of  UMTA  -  U.S.  Department  of 

Transportation  (see  Exhibit  V  and  VI).  This  amount  would  finance 

27 
a  major  portion  of  the  Transit  and  Traffic  Improvement  Program. 

This  title  is  just  another  name  given  to  the  ARZ  Plan. 

The  BRA  unanimously  passed  a  resolution  authorizing  the  filing 
of  the  application.  The  application  was  then  submitted  to  the 
Office  of  State  Planning  and  the  Metropolitan  Area  Planning  Coun- 
cil for  review.  The  Demonstration  Grant  was  approved  a  few 

28 
months  later. 

After  the  approval,  the  BRA  felt  a  need  to  rename  the  project 

for  promotional  purposes.  They  decided  on  the  "Downtown  Freedom 

Mall,"  but  merchants  did  not  approve.  Then  the  BRA  contracted  an 

advertising  firm  to  devise  a  name  for  the  project.  They  suggested 

the  "Downtown  Promenade,"  but  the  BRA  thought  the  people  would 

have  problems  pronouncing  the  name.  Finally,  the  BRA  agreed  upon 

29 

the  "Downtown  Crossing." 

The  UMTA  Demonstration  Funds  will  be  devoted  mainly  to  all 
non-capital  elements.  This  federal  program  is  titled,  UMTA  Sec- 
tion 6.  Some  capital  funds  for  traffic  geometries,  non- traffic 
related  Information  Systems  and  Contingencies,  will  also  be  pro- 
vided from  this  Demonstration  Grant.   The  composite  of  the  UMTA 
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Section  6  Capital  Funds  total  $250, 760.-^° 

The  Section  6  Demonstration  Grant  will  subsidize  the  opera- 
ting costs  for  one  year  that  the  MBTA  will  incur  for  the  exten- 
sion of  the  MBTA  routes  into  the  project  area.  This  one  year  sub- 
sidy will  allow  the  MBTA  to  build  increased  ridership  to  help  pay 
for  the  extra  costs  incurred  because  of  the  ARZ  proposal.  If,  af- 
ter the  year,  tte  revenues  from  the  extended  routes  meet  the  MBTA's 
standard  revenue/cost  ratio  of  at  least  30%,  the  MBTA  will  assume 
the  subsidy  for  the  routes  established. 

The  enforcement  of  new  traffic  and  parking  laws  requires  the 
assignment  of  officers  to  the  area  to  supervise  and  make  siire  the 
regulations  are  not  violated.  The  Section  5  Demonstration  Grant 
provides  funds  for  this,  too. 

Other  non-capital  elements  to  be  covered  by  the  Demonstration 
Grant  are  maintenance,  which  will  supplement  the  Public  Works  De- 
partment funds  for  this,  promotion  and  evaluation  costs.  Six  per- 
cent of  the  capital  budget  has  been  set  aside  within  the  Section  6 
Grant  to  fund  the  project's  management  for  two  years  (according 
to  UMTA's  set  standards).  Adequate  coordination  and  supervision 
of  the  engineering  and  operating  aspect  of  the  project  must  be  en- 
sured. The  total  of  the  UMTA  Section  6  Non-Capital  Demonstration 
Fund  is  $1,266,195-   This  amount  added  to  the  $250,760  of  the 
Capital  elements  provided  for,  under  the  Section  6  Grant,  totals 
$1,516,955,  which  is  the  amount  of  funds  the  BRA  applied  for  to 
the  UMTA  (see  Exhibit  VII ).^'' 

The  Boston  ARZ  Plan  will  also  be  funded  through  other  two  Fed- 
eral programs.   Under  the  UMTA  Section  3,  the  MBTA  has  committed 
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$795,300  of  the  twelve  million  two  phased  "Transit  Efficiency  Capi- 
tal Grant"  it  received  from  UMTA,  for  the  design  and  construction 
of  the  downtown  bus  loops.  Other  projects  will  include  construc- 
tion of  a  bus  passenger  island  in  the  middle  of  Franklin  Street, 
installation  of  bus  routes  signals,  pavement  markings,  painting, 
all  necessary  shelters,  benches  and/or  other  aids  for  waiting  bus 
patrons.  A  certain  amount  of  funding  has  also  been  set  aside  for 
Bus  Route  Engineering  and  Contingencies. 

The  third  Federal  program  is  that  of  the  Federal  Urban  Sys- 
tems.  The  Federal  Highway  Administration  Urban  Systems  will  pro- 
vide funds  for  the  construction  of  the  pedestrian  areas  on  Winter, 
Summer,  Washington  Street,  and  part  of  the  State  Street.  Old 
curbing  will  be  removed.   New  paving  from  building  face  to  building 
face  and  new  lighting  will  be  provided.  Such  are  some  of  the  re- 
forms.  The  FHWA  will  also  supply  funds  for  all  necessary  signing 
and/or  non-transit  related  signals  and  signing.  The  Federal  Ur- 
ban Systems  Funds  total  1,014,000  dollars  (see  Exhibit  VIII). 

The  UMTA  initiated  the  concept  of  ARZ,  under  the  UMTA's  Sec- 
tion 6  Service  and  Methods  Demonstration  Funds.   Additionally,  they 
are  providing  Section  3  directly  to  the  City  of  Boston. 

The  MBTA  was  given  responsibilities  in  the  implementation  of 
transit  scheduling  and  operation  changes.  The  Massachusetts  De- 
partment of  Public  Works  is  responsible  for  supervising  construc- 
tion. The  Boston  Traffic  and  Parking  Department's  additional  res- 
ponsibility will  be  that  of  coordinating  the  enforcement  procedures 
with  the  Police  Department.   The  Boston  Police  Department  will  be 
responsible  for  enforcing  parking  restrictions,  traffic  regulations. 
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and  towing  procedures.  The  Boston  Public  Works  Department  is  res- 
ponsible  for  satisfactory  maintenance  of  the  area.    The  Boston 
Public  Improvement  Commission  approved  the  traffic  restrictions 
in  the  ARZ  plan.   The  BRA  had  to  negotiate  an  agreement  with  the 
Amalgamated  Transit  Union  that  would  satisfy  the  labor  protection 
requirements  of  the  UMTA.^ 

In  May,  1978,  the  roles,  responsibilities  and  funding  com- 
mitments of  the  City  of  Boston,  BRA,  MBTA,  Massachusetts  Depart- 
ment of  Public  Works  and  the  Boston  Traffic  and  Parking  Depart- 
ment were  defined  and  written  under  the  title  of  a  Memorandum  of 
Understanding. 

The  Department  of  Public  Works  would  not  advertise  for  the 
project  construction  until  the  104  rights  of  entry  required  for 
the  project  implementation  were  obtained.  By  June  1978,  almost 
all  the  sign-  offs  were  obtained  and  advertisement  for  the  pro- 
ject began. 

A  cooperation  Agreement  was  signed  between  the  BRA  and  the 
Boston  Five,  regarding  the  closing  of  the  street  section  in  front 
of  the  bank  building  on  School  Street.    Bus  route  changes  began 
September  9,  1978.  The  merchants  required  construction  to  be 

halted  on  October  10,  1978,  the  first  day  of  the  Christmas  shop- 

37 
pmg  season. 

Although  it  will  be  at  least  another  two  to  three  years  be- 
fore redevelopment  of  the  Downtown  Crossing  is  completed,  it  is 
necessary  to  acknowledge  the  changes  that  have  come  about  thus 
far. 
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As  of  September  5,  1978,  Washington  Street  northbound  beyond 
West  and  Bedford  Streets  was  closed  to  private  autos.  The  closed 
area  also  extends  to  Summer  and  Winter  Streets  west  of  Kinston 
and  Otis  Streets  and  Franklin  Street  west  of  Hawley  Street.   It 
must  be  mentioned  that  although  Temple  Street  was  included  in 
the  initial  street  closings,  it  has  since  been  reopened  due  to 
complaints  of  loss  of  business  by  the  merchants  in  the  area. 

To  facilitate  ease  of  access  to  the  Downtown  Crossing  area, 
the  MBTA  has  added  new  bus  routes  covering  many  of  the  outlying 
areas  of  Boston  (see  Exhibit  IX).  The  new  bus  routes  will  in- 
clude over  ten  extensions  of  already  existing  lines  which  will 
now  be  running  from  Charlestown,  the  South  End,  South  Boston  and 
the  western  suburbs  to  the  Downtown  Crossing. 

Auto  restrictions  have  been  placed  on  many  of  the  streets  con- 
cerned with  the  project. (see  Exhibit  X).  Taxis  are  permitted  on 
some  streets  all  day  while  other  places  they  are  only  allowed  dur~. 
ing  the  evenings.  There  are  also  designated  taxi  stands  through- 
out the  region  (see  Exhibit  XI). 

A  goods  delivery  system  was  devised  to  permit  merchants  to 
receive  and  ship  merchandise.  As  with  the  taxis,  there  are  desig- 
nated places  where  trucks  may  park  all  day.  There  are  places  where 
loading  is  only  permitted  before  11:00  a.m.,  while  in  other  areas 
delivery  trucks  are  permitted  anytime  (see  Exhibit  XII). 

Other  changes  in  the  area  to  date  include  the  installation  of 
policemen  on  horseback,  the  renovation  of  Jordan  Marsh  and  the  en- 
closxire  of  the  area  around  Woolworth's  on  Washington  Street. 


15 

How  is  all  of  this  affecting  the  customers  who  shop  in  the 
downtown  area?  Are  they  aware  of  what  is  going  on  and  just  how 
are  they  affected  by  the  changes  that  are  going  on  around  them? 
On  the  spot  customer  interviews  were  conducted  at  the  actual 
site  of  the  Downtown  Crossing  and  we  discovered  mixed  reactions. 

Most  customers  shopping  in  the  downtown  area  are  confused 
with  what  is  going  on.  They  are  wondering  when  it  will  be  com- 
pleted, which  roads  will  be  permanently  closed  and  exactly  what 
kinds  of  changes  are  going  to  take  place. 

The  biggest  complaint  is  that  the  area  is  in  a  mess  right 
now,  due  to  the  construction  that  is  underway  and  presently  lying 
in  a  state  of  half -completion.   There  is  dirt  and  dust  every- 
where in  addition  to  various'  other  physical  obstructions  which 
prohibit  the  ease  of  walking  in  and  around  the  shopping  area  and 
make  access  to  the  major  department  stores  considerably  more  dif- 
ficult. 

Although  most  customers  interviewed  did  like  the  comparative 
freedom  of  a  fully  pedestrianized  zone  as  opposed  to  having  cars 
and  buses  allowed  through  the  major  thoroughfare,  there  were  still 
some  complaints  concerning  this  transition.  One  of  the  complaints 
was  that  of  the  limited  number  of  parking  facilities  as  well  as 
that  of  the  safety  of  the  downtown  area,  due  to  its  close  proxi- 
mity to  the  Combat  Zone.   Although  it  is  true  that  many  of  the 
customers  do  not  feel  that  there  is  adequate  protection  in  the 
area,  they  feel  that.no  matter  what  changes  are  made,  the  area 
/will  never  be  safe  as  long  as  it  has  the  Combat  Zone  as  its  neigh- 
bor. Consequently,  many  of  the  shoppers,  particularly  female  el- 
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derly  shoppers,  have  simply  refused  to  come  into  the  area  at 
night. 

There  is  also  a  growing  sense  of  uncertainty  as  the  part  of 
the  customers  due  to  the  lack  of  coordination  between  the  redevol- 
opers  and  the  city  planners.  The  bus  routes  have  been  changed, 
but  will  be  changed  again.  The  roads  are  closed  off  and  those 
who  infrequently  drive  into  the  area  know  of  no  alternative  routes. 

Most  customers  look  ahead  to  the  completion  of  the  project 
and  hope  that  they  will  be  better  informed  of  any  future  devel- 
opments so  that  they  will  know  what  to  expect  when  coming  into 
the  Downtown  Crossing  area. 

Exactly  what  are  the  next  steps,  waiting  in  the  wings  to  be 
uncovered  as  the  next  part  of  the  project  is  about  to  unfold?  All 
these  changes  come  under  the  general  heading  of  Phase  II.  The  pur- 
pose of  Phase  II  is  to  solve  some  of  the  major  complaints  that  have 
come  about  as  a  resiilt  of  the  first  stages  of  redevelopment. 

In  a  letter  addressed:   "Dear  Downtown  Merchant,"  (see  Exhibit 
XIII)  Mayor  Kevin  White  includes:   "a  rerouting  of  the  buses  to 
avoid  a  Washington  Street  route,  the  institution  of  a  shuttle  bus 
service,  new  lighting  throughout  the  district,  the  bricking  of 
Washington  Street  in  addition  to  Winter  and  Summer  Street^  and  an 
intensified  police  enforcement  plan,"  as  the  elements  of  Phase  II. 

In  order  to  avoid  a  complicated  street  by  street  breakdown 
of  the  area  involved  in  the  rerouting  of  buses,  maps  have  been  in- 
cluded which  show  exactly  which  changes  are  to  take  place  (see  Ex- 
hibits XIV  and  XV) .   It  should  be  noted  that  coverage  is  not  only 
extending  to  and  around  the  Downtown  Crossing  area,  it  is  also 


17 

spreading  outwards  to  the  suburbs  west  of  Boston,  as  well  as  from 
South  Boston,  Charlestown  and  the  South  End,  to  ensure  maximum 
penetration  of  traffic  leading  into  the  downtown  area. 

Another  facet  of  Phase  II  will  be  the  implementation  of  a 
shuttle  bus  service  which  will  be  funded  by  the  city.  This  ser- 
vice will  be  broken  down  into  two  units  -  the  shopper  service  (see 
Exhibit  XVI)  which  "will  operate  six  days  a  week,  Monday  through 
Friday,  10  a.m.  -  4  p.m.  and  Saturdays,  9  a.m.  -  6  p.m.  The  pro- 
posed routing  will  offer  riders  the  opportimity  to  take  advantage 
of  a  one  hour  trip  from  Faneuil  Hall  to  the  Newbury  Street/Pru- 
dential shopping  district,  skirting  the  Downtown  Crossing  on  the 
east  and  back  to  Faneuil,  skirting  the  Downtown  Crossing  on  the 
west.   The  route  has  twenty-eight  stops  planned  to  give  the  shopper/ 
rider  accessability  to  all  shops  -  and  restaurants  along  the  route 
of  the  shuttle  service.  Twelve  buses  at  five  minute  headways  will 
serve  the  shoppers.  The  shuttle  service  will  be  operated  by  a 
private  carrier  under  contract  to  the  city  of  Boston.  Maintei*. 
nance,  fuel,  storage  and  drivers  will  be  paid  for  at  a  cost  of 
approximately  S20  per  hour.  The  cost  per  year  is  $486,720.  A 
fare  for  shoppers  who  use  this  service  is  now  under  study.  A  re- 
cent BRA  report  indicates  that  this  service  would  carry  approxi- 
mately 21,600  riders  per  week." 

"The  Dinner/Theatre  Shuttle  Service  (see  Exhibit  XVII)  will 
operate  six  nights  a  week,  Tuesday  through  Sunday,  6  p.m.  to  12 
midnight.  The  proposed  #1  route  would  service  restaurant  and 
theatre  patrons  from  the  Newbtiry  Street/Back  Bay  area  to  the  the- 
atre district  via  Newbury  and  Boylston  Streets.  Route  #2  would 
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service  patrons  from  the  Faneuil  Hall  and  Downtovm  Crossing  areas. 
These  services  would  utilize  two  buses  each  at  fifteen  minute 
headways  (four  buses  altogether).  These  routes  also  take  advan- 
tage of  public/private  -  public  garages  which  are  within  one  to 
two  blocks  from,  the  shuttle  routes.  The  public  garage  capacity 
utilized  within  this  scheme  is  15»500  autos.  The  cost  for  this 
service  for  one  year  is  approximately  $149,760, 

One  other  major  project  involved  in  Phase  II  is  the  new  light- 
ing system  which  will  be  erected  on  West,  Temple,  Bromfield  and 
Washington  Streets.  It  will  also  extend  from  West  to  Milk  Street, 
This  will  be  done  so  that  people's  perception  of  the  area  at  night 
might  change.   It  is  hoped  that  this  new  lighting  will  serve  to 
redefine  the  area,  thus  encouraging  greater  activity  on  Monday 
and  Wednesday  nights,  when  the  stores  are  open  late. 

The  actual  blacking  of  Winter  and  Summer  Streets  is  scheduled 
to  be  completed  between  July  and  August  of  1979.   This  will  serve 
to  open  up  the  area  to  pedestrians  by  providing   them  with  more 
freedom  of  movement  and  easier  access  to  the  stores  without  the 
traffic  problem  to  contend  with. 

The  final  elements  of  Phase  II  will  be  to  intensify  the  po- 
lice protection  in  the  area.  As  an  aid  to  the  policemen,  a  book 
is  being  compiled  which  will  dictate  the  exact  regulations  which 
must  be  complied  with  in  the  area. 

In  addition  to  the  aforementioned  plans,  various  other  pro- 
jects of  a  lesser  magnitude  are  being  implemented  in  this  Phase 
II,  such  as  the  installation  of  commemorative  plaques  pointing 
out  various  parts  of  interest  and  granite  markers  denoting  points 
of  historical  significance. 
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Redevelopment  does  not  stop  with  the  end  of  Phase  II.  Many 
other  projects  are  presently  in  the  works  and  during  the  course 
of  the  interviews,  some  unique  ideas  were  x;incovered  from  the  peo- 
ple directly  involved  in  this  project.  As  these  people  will  be 
very  influential  in  the  implementation  of  any  future  plans,  it 
is  necessary  to  find  out  just  what  they  had  to  say. 

Mr^  Don  Go thing,  floor  manager  of  Woolworth's  downtown,  ex- 
pressed the  possibility  of  allocating  space  where  the  shoppers 
would  store  their  packages  while  shopping  in  the  downtown  area, 
especially  since  the  use  of  cars  has  been  prohibited.  He  cited 
as  an  example  the  suburban  malls,  which  not  only  provide  access 
to  the  customer's  cars,  but  also  provide  space  within  the  stores 
for  storing  packages,  thus  making  shopping  easier. 

Mr.  Alvin  Schmertzler,  head  of  the  Winter  Street  Merchants 
Association,  suggested  that  although  the  merchants  are  not  psych- 
ologically or  financially  able  to  renovate  their  facades  at  the 
present  time,  they  will  probably  upgrade  them  once  the  final  stages 
of  the  project  have  been  cleared  with  the  city.  He  stated  that  they 
had.  to  make  this  "a  place  to  be."  He  also  added  that  they  have 
plans  of  putting  up  a  one  million  square  foot  office  building  for 
the  city  in  the  area  that  is  now  the  combat  zone.  Among  some  of 
the  other  suggestions  that  Mr,  Schmertzler  made  concerning  the  fu- 
ture progress  of  the  project  was  to  educate  the  general  public 
about  the  changes  as  they  were  being  made,  as  well  as  to  inform 
them  of  major  points  of  interest  .in  the  area.  He  also  mentioned 
the  possibility  of  having  meetings  with  local  newspapers  furn- 
ishing them  with  regular  progress  reports,  and  secioring  the  pos- 
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itive  support  of  the  television  media. 

Mr.  Lee  Slayton,  Vice-F^^esident  of  Sales,  Promotion  and  Ad- 
vertising at  Jordan  Marsh  also  had  some  very  intersting  ideas  as 
to  the  future  progress  of  this  area.  It  must  be  noted  that  from 
the  very  beginning,  Jordan  Marsh  was  one  of  the  chief  advocates 
of  the  Downtovm.  Crossing  project,  and  it  was  largely  due  to  their 
renovation  and  complete  new  image  brought  about  in  the  downtown 
store  (see  Exhibit  XVIII)  that  this  project  went  into  effect.  At 
the  present  time,  Mr.  Slayton  is  involved  with  securing  positive 
press  coverage  for  the  Downtown  Crossing.  Currently,  the  old  Jor- 
dan Marsh  building  is  being  demolished  to  make  way  for  a  new  civic 
center  with  underground  parking  facilities  for  one  thousand  cars. 
This  will  be  the  beginning  of  Lafayette  Place,  which  will  also 
house  a  hotel,  convention  center  and  post  office.  Plans  have  al- 
so been  made  to  build  an  underground  passageway  leading  from  Jor- 
dan Marsh  into  Lafayette  Place,  tying  the  two  areas  together. 

Mr.  Ralph  Memolo,  officer  of  Public  Information,  BRA,  stated 
that  "we  hope  downtown  becomes  a  lively  place  both  day  and  night 
and  does  not  become  a  ghost  town  after  5  p.m."  As  a  solution  to 
this  he  mentioned  the  plan  of  incorporating  a  theatre  district 
in  the  downtown  area,  perhaps  with  the  conversion  of  the  Park 
Plaza  building,  forming  Park  Square  into  an  atrium,  leading  into 
the  theatre  district.   Mr.  Memolo  also  stated  that  "we  would  like 
to  see  more  people  living  in  the  downtown  area."  As  a  result, 
plans  have  been  made  for  the  conversion  of  the  old  Steam's  build- 
ing into  a  housing  project  for  the  elderly.  They  would  also  like 
to  see  Chinatown  expanded  to  include  this  area. 
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Mr.  William  McGrath,  project  coordinator  of  the  Downtown 
Crossing,  cited  the  possibility  of  constructing  an  undergroijnd 
concourse  from  the  Park  Street  station  to  the  area  in  question. 
He  also  mentioned  that  after  the  major  construction  is  completed 
there  will  be  about  sixty  tables  and  benches  in  the  area  which 
should  also  help  to  increase  the  amount  of  people  coming  to  the 
area  as  well  to  encourage  street  entertainers. 

Mr.  Bill  Chouinard,  Executive  Vice-President  of  the  Greater 
Boston  Chamber  of  Commerce,  expressed  the  importance  of  new  firms, 
such  as  Lafayette  Place,  if  the  project  is  to  be  a  success.  He 
added  that  a  large  part  depends  on  whether  or  not  they  are  going 
to  build  the  Federal  Building  where  the  combat  zone  now  stands. 
Another  example  Mr.  Chouinard  mentioned  as  a  way  of  revitalizing 
the  downtown  project  was  to  provide  adequate  hotel  space  to  ac- 
comodate large  conventions  and  increased  tourism,  which  in  tuni 
would  serve  to  draw  more  people  into  the  area.   It  is  hoped  that 
Lafayette  Place  will  serve  to  meet  some  of  these  needs. 

Many  problems  concerning  the  redevelopment  were  cited  by  Mr. 
William  Phipps.   Among  the  problems  he  mentioned  were  those  of 
the  lack  of  adequate  parking  facilities,  the  merchants  dislike 
of  buses  on  Washington  Street,  and  their  strong  concern  for  the 
lack  of  adequate  safety  in  the  area.  As  the  Executive  Secretary 
of  the  Retail  Board,  he  has  been  in  close  contact  with  the  mer- 
chants as  well  as  the  BRA  and  the  city;   he  has  served  as  an  ef- 
fective mediator  among  these  groups.  He  has  always  held  a  strong 
belief  in  the  project,  but  felt  that  these  problems  had  to  be 
solved  in  order  to  insure  the  success  of  the  project. 
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Mr.  Phipps  has  been  very  beneficial  in  guiding  the  commit- 
tee toward  major  sources  of  information.  His  increased  interest 
and  dedicated  efforts  have  been  of  great  help  to  the  committee 
toward  the  realization  of  the  goals  of  this  project. 

When  considering  Boston  redevelopment ,  the  BRA  had  a  repre- 
sentative from  Philadelphia  come  to  Boston  to  convince  the  re- 
tailers to  accept  and  support  the  redevelopment  in  the  Central 
Business  District  here.  The  purpose  of  the  visit  was  to  educate 
the  Boston  retailers  on  various  aspects  of  the  Philadelphia  pro- 
ject, in  order  to  show  the  possible  effectiveness  of  such  a  plan. 
Therefore,  it  is  significant  to  critically  examine  the  similar- 
ities and  differences  between  these  two  cities. 

In  order  to  understand  the  specific  problems  faced  in  Phila- 
delphia and  to  compare  it  more  effectively  with  Boston,  personal 
interviews  were  conducted  in  Philadelphia  with  four  people  in- 
volved in  the  development  of  Chestnut  Street.  These  men  included 
Mr.  Ian  H.  Crabb,  Divisional  Vice-President  of  John  V/anamaker; 
Mr.  Kent  Roberts,  President  of  the  Chestnut  Street  Association; 
Mr.  Michael  Griffin,  Project  Engineer,  Department  of  City  Prop- 
erties;  and  Mr.  Lawrence  Ceasare,  Assistant  to  the  Managing 
Director,  City  of  Philadelphia. 

The  concept  for  the  redevelopment  of  Chestnut  Street  in  Phila- 
delphia began  as  far  back  as  1952;  however,  it  did  not  mater- 
ialize until  1963.  The  Philadelphia  City  Planning  Commission  de- 
vised a  plan  and  presented  it  to  the  merchants.  The  original 
plan  called  for  the  removal  of  all  vehicular  traffic  from  Chest- 
nut Street  with  the  exception  of  electric  trolleys.  The  trolleys 
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woiild  be  able  to  travel  in  an  east/west  direction  on  the  street 
without  the  delays  and  interference  of  other  traffic.  Vehicu- 
lar traffic  would  be  able  to  cross  Chestnut  Street  at  one  block 
intervals  which  would  allow  people  to  be  dropped  off  no  more 
than  one  half  block  from  their  destination.  This  massive  plan 
would  cover  the  entire  length  of  Chestnut  Street  from  the  Dela- 
ware River  to  the  Schuylkill  River.  The  sidewalks  would  be 
widened  and  intermittently  spersed  with  potted  plants  and  shrubs. ^^ 

Although  the  city  felt  this  would  help  increase  business  in 
this  district,  the  merchants  were  opposed.  According  to  Mr.  Ian 
Crabb,  John  Wanamaker  ,,  the  largest  and  most  well  known  store  in 
Philadelphia,  opposed  the  plan  because  it  did  not  provide  for  the 
small  stores  to  receive  or  ship  merchandise.  Many  of  the  stores 
along  the  street  have  rear  access  for  deliveries,  but  several  do 
not.  Because  this  plan  was  not  successful,  the  city  began  to 
work  on  the  proposals  made  by  the  merchants. 

In  1973,  the  Planning  Commission  finally  developed  a  plan  en- 
titled "the  Chestnut  Street  Transitway."  As  America  was  approach- 
ing the  Bi-centennial  year,  Philadelphia  was  concerned  about  the 
influx  of  visitors  that  woiild  be  coming  to  this  historical  city. 
The  Transitway  would  create  a  mall-like  atmosphere  and  would  al- 
low for  a  two  way  bus  system  to  transport  people  in  and  out  of 
the  city.  Although  the  merchants  had  some  oppostion,  the  Chest- 
nut Street  Association  decided  the  project  would  be  beneficial  to 
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their  businesses  with  some  alterations. 

Philadelphia  had  changed  during  the  past  decade.  There  was 

an  increasing  number  of  middle  class  residents  moving  into  the 
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center  of  the  city.  Pedestrian  traffic  on  Chestnut  Street  had 
increased  and  improved  public  transportation  seemed  more  at- 
tractive now.  Also,  the  aesthetics  of  a  street  free  of  parked 
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cars  had  more  appeal. 

Architects  were  commissioned  for  the  project  and  a  commit- 
tee of  the  Chestnut  Street  Association  met  regularly  with  them 
to  improve  the  plan  and  meet  the  merchant's  needs.  Twenty  meet- 
ings were  held  between  the  architects,  planners,  and  merchants  to 
advise  them  of  the  progress  of  the  plan.  During  these  meetings, 

they  would  discuss  problems  and  solutions  relating  to  the  design 
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and  construction  of  the  Transitway. 

The  city's  main  interest  was  to  improve  the  mass  transit  sys- 
tem in  Philadelphia  and  Chestnut  Street  was  the  best  place  to 
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start.    The  merchants  were  concerned  that  there  would  be  less 

walk-in  traffic  if  parking  were  removed  from  the  street.  They 
were  afraid  their  businesses  would  decline  during  the  construc- 
tion to  interfere  with  the  Christmas  season.  Many  merchants  were 
worried  about  the  costs  they  would  incur  due  to  the  construction 
and  maintenance  of  the  project.  The  most  important  criticism  was 
similar  to  the  one  raised  by  John  Wanamaker   in  regard  to  the  ■ 
1963  plan.  The  merchants  who  did  not  have  rear  access  to  their 

stores  wanted  to  know  where  their  merchandise  could  be  loaded  and 
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unloaded.    The  architects,  planners,  and  merchants  found  solu- 
tions to  all  these  problems  and  concerns. 

Sales  along  Chestnut  Street  never  declined,  but  the  city  and 
the  merchants  were  concerned  that  strangulation  by  automobiles, 
buses,  pedestrians  would  not  allow  the  area  to  continue  to  grow 
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and  prosper.    This  idea  further  motivated  all  concerned  to  sup- 
port the  project.  In  March,  1974,  the  plan  for  the  Chestnut  Street 
Transitway  was  approved  by  a  majority  vote  at  a  general  member- 
ship meeting  of  the  Chestnut  Street.  Association.   "Flexibility 
and  patience  resulted  in  the  unique  transit/pedestrian  develop- 
ment of  Chestnut  Street,  after  a  decade  of  discussion  and  plan- 
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ning."    The  only  real  opposition  came  from  the  parking  lot  own- 
ers who  felt  the  removal  of  automobile  traffic  from  the  street 
would  be  detrimental  to  their  businesses.  Litigation  followed  af- 
ter the  project's  implementation.  The  owners  could  not  prove 

that  the  Transitway  had  harmed  their  business  but  actually  im- 
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proved  it. 

The  final  plan  encompassed  only  twelve  blocks  of  Chestnut 
Street,  much  less  than  the  original  1963  plan.   This  plan  pro- 
hibited all  vehicular  traffic  on  Chestnut  Street  with  the  ex- 
ception of  buses  from  6th  to  18th  Streets.  Taxis  are  permitted 
on  the  streets  after  6  p.m.  and  before  6  a.m.  A  fifty  dollar  fine 
will  be  incTirred  by  any  vehicle  without  authorization  violating 
these  ordinances.  Emergency  vehicles  are  permitted  anytime.   In 
order  to  accomodate  some  merchants,  trucks  are  allowed  to  load  and 
unload  on  Chestnut  Street  around  4  a.m.  to  5  a.m.  Most  loading 

and  unloading  takes  place  on  side  streets  where  wide  stripes  de- 
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signate  appropriate  areas. 

The  sidewalks  were  widened  by  three  feet  on  each  side  and 
bricked  over.  Center  block  crossings  were  created  in  the  mid- 
dle of  blocks  (see  Exhibit  XIX).   Traffic  control  columns  (sig- 
nal  devices)  were  placed  at  the  edge  of  each  center  block  cros- 
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sing  to  warn  pedestrians  of  approaching  traffic  and  to  keep  buses 
aware  of  pedestrian  traffic.  Sign  boards  were  placed  at  the  bot- 
tom of  the  traffic  control  columns.  New  lights  were  placed  all 
along  the  twelve  block  area  along  with  street  furniture.  Potted 
plants  and  tress  were  also  place  along  the  street.   Tinted  glass 
shelters  are  located  near  the  center  block  crossings  and/or  side 
streets  to  protect  pedestrians  from  weather  while  awaiting  bus 
service.  Modem  telephone  booths  were  erected  along  the  Transit- 
way  and  were  paid  for  by  the  Bell  Telephone  Company  of  Pennsyl- 
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vania. 

Financing  for  the  project  was  divided  three  ways.  The  cost 
was  $7.^  million.  Eighty  percent  of  the  funding  came  from  UMTA, 
16-2/3  percent  from  the  Pennsylvania  Department  of  Transporta- 
tion, and  3-1/3  percent  from  the  city  of  Philadelphia.    Before 
the  proposal  for  Federal  fijnding  coxold  be  sent  to  UMTA,,  the 
Chestnut  Street  Association  required  written  support  from  all  ci- 
ty departments  involved  in  the  construction  of  the  project.^ 
Several  departments  did  not  believe  the  project  would  be  success- 
ful; however,  the  Mayor  was  in  full  support  of  it  and  required 

52 
all  departments  to  work  towards  the  success  of  the  Transitway. 

The  Chestnut  Street  Association  demanded  the  Transitway  be 

in  operation  by  November  24,  1975,  with  all  finishing  touches  to 

be  completed  by  April,  1976,  in  time  for  the  Bi-centennial  Acti- 
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vities.-^-^  Construction  commenced  in  June,  1975.    Therefore, 

the  city  only  had  3i   months  to  complete  the  project  and  although 

there  was  some  skepticism,  the  mayor  remained  in  full  support  and 

urged  the  departments  to  work  even  harder.  Extensive  planning 
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went  into  a  schedule  for  construction.  No  major  traffic  problems 
occurred  when  Chestnut  Street  was  closed  to  auto  traffic.    The 
twelve  block  area  was  divided  into  three  sections  which  were 
blocked  off  at  different  intervals  during  construction.  Buses 

were  not  allowed  on  the  street  for  two,  three  week  periods  to 
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permit  construction  to  take  place  at  a  more  rapid  pace.    Mr. 

Michael  Griffin,  the  Project  Engineer,  felt  that  the  planning  of 

the  construction  was  the  most  difficult  part.  He  was  responsible 

open 

for  maintaining A two  hxjndred  and  fifty  entrances  during  redevel- 
opment. Fortixnately  the  utilities  beneath  the  street  were  in  good 
condition  and  did  not  require  extensive  repair.  Only  half  of  the 
sidewalks  could  be  worked  on  at  a  time.  An  editorial  in  the  "Daily 
News,"  September  11,  1975,  described  the  progress  of  the  Chestnut 
Street  Transitway  as  being  "only  about  three  months  from  comple- 
tion. Things  are  a  bit  helter  skelter  there  now  because  of  con- 
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struction,  but  you  can  see  the  shape  of  things  to  come."    The 

Transitway  did  get  favorable  press  coverage. 

Some  merchants  complained  during  construction  because  they 

did  not  realize  the  effect  the  Transitway  would  have  on  their 

businesses.  However,  Mr.  William  Grabske,  the  Mayor's  Transit 

Deputy,  described  the  situation  as  follows,  "the  good  fairy  doesn't 
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come  and  wave  her  wand  and  all  of  a  sudden  there's  a  Transitway." 

Ultimately  the  project  was  completed  in  five  and  one-half 
months,  even  with  a  red  setters  strike.   Mr.  Kent  Roberts,  Pres- 
ident of  the  Chestnut  Street  Association,  attributes  the  great 
success  to  an  aggressive  mayor  who  supported  the  project  all  a- 
long  and  cooperation  between  the  architects,  planners  and  mer- 
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chants  in  the  development  of  a  plan.   Eighteen  months  after  com- 
pletion forty  merchants  showed  increases  in  sales  of  ten  to  fif- 
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teen  percent. 

Several  positive  things  have  resulted  from  the  redevelop- 
ment of  Chestnut  Street.  New  businesses  have  been  attracted  to 
the  area.  Other  streets  in  Philadelphia  are  now  in  the  process 
of  redevelopment  themselves.  Many  merchants  have  begun  to  take 
more  pride  in  the  appearance  of  their  stores  and  have  begun  to 
create  more  attractive  entrances.  Others  have  not.  John  Wana- 
maker  is  in  the  process  of  cleaning  the  outside  of  their  store ^ 
Other  cities  have  sought  help  for  their  own  redevelopment  pro- 
jects in  Philadelphia  by  seeking  the  ideas  and  solutions  to 

60 
problems  they  encountered  in  Philadelphia. 

The  merchants  have  joined  together  to  sponsor  special  pro- 
motions for  the  street.  Thus  far,  there  has  been  an  ethnic  cele- 
bration and  a  Father's  Day  promotion  to  draw  people  to  the  down- 
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town  area  to  shop. 

Philadelphia  will  be  one  of  the  first  cities  to  receive  spec- 
ial buses  designed  for  the  handicapped.  Ridership  on  SEPTA 
(Southern  Pennsylvania  Transit  Authority)  has  increased  substan- 
tially since  the  first  year,  according  to  Mr.  Michael  Griffin. 
The  buses  are  able  to  keep  their  schedules  due  to  lessened  inter- 
ference with  other  traffic.  Pollution  has  declined  in  the  area 
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due  to  the  restriction  of  auto  traffic. 

Although  many  beneficial  things  have  come  from  the  redevel- 
opment of  Chestnut  Street,  there  are  still  problems  to  solve. 
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Philadelphia  has  been  concerned  with  increasing  crime  rates  in 
recent  years  and  is  trying  to  decide  whether  to  open  the  street 
to  activities  in  the  evenings. 

At  present,  entertainment  is  presented  elsewhere  in  the 
city.  If  people's  perception  of  the  downtown  area  changes,  then 
it  might  be  beneficial  to  create  a  more  lively  atmosphere  at  night. 
Merchants  are  well  aware  that  the  redevelopment  will  not  solve  all 
their  problems.   It  will  require  work  to  maintain  the  image  of 

the  street.   It  will  also  require  continuous  promotions  to 
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create  excitement  and  attract  more  people  to  the  area. 

Mr.  Lawrence  Ceasare,  Jr.,  the  Assistant  to  the  Managing  Dir- 
ector of  the  city  of  Philadelphia,  has  the  responsibility  for 
handling  any  complaints  regarding  the  Chestnut  Street  Transitway. 
According  to  Mr.  Ian  Crabb  of  John  Wanamaker,  there  is  a  liason 
from  the  Chestnut  Street  Association  who  meets  regularly  with  Mr. 
Caesare  to  discuss  ciorrent  problems.  This  way  the  city  is  able 
to  keep  in  close  contact  with  the  merchants  to  meet  their  needs. 

Presently  street  vendors  are  becoming  a  major  problem  in  the 
area.   They  are  banned  from  selling  merchandise  from  within  fif- 
ty feet  of  Chestnut  Street,  however,  this  is  not  being  enforced. 
These  street  vendors  do  not  have  to  pay  rent  for  the  space  util- 
ized.  They  leave  trash  in  the  area  and  cause  unnecessary  crowd- 
ing in  the  streets.  If  an  accident  occurs  as  a  result  of  their 
presence  they  are  not  liable,  the  owners  of  the  property  are. 
The  city  has  to  be  very  cautious  when  they  approach  this  prob- 
lem because  it  could  turn  into  a  racial  or  political  issue.  The 
city  as  well  as  the  merchants  are  very  concerned  about  this  prob- 
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lem  and  are  working  toward  a  solution. 

Originally  bicycles  were  allowed  on  the  street,  but  the  prive- 
ledge  was  abused  and  they  have  been  banned.  The  graffiti  and  post- 
ers have  become  a  problem.  The  policemen  need  to  be  better  in- 
formed and  more  forceful  in  the  prevention  of  graffiti  and  place- 
ment of  posters  along  the  Transitway.  The  city  plans  to  replace 
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some  of  the  furniture  ruined  by  vandalism. 

There  has  been  one  minor  construction  problem.  Bricks  have 
been  coming  up  as  a  result  of  the  shifting  ground.  Many  base- 
ments of  buildings  along  the  street  extend  far  into  the  street. 
When  the  streets  were  bricked  over,  only  a  small  amount  of  cement 
could  be  used  to  hold  the  bricks  in  place.  Consequently,  when  the 

g-ound  began  to  shift,  acme  bricks  broke  loose.   The  city  needs 
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only  to  replace  the  bricks. 

The  differences  between  the  two  cities  are  clearly  evident. 
A  visit  to  and  intensive  study  of  the  Chestnut  Street  Transitway 
have  revealed  the  distinct  and  unique  characteristics  of  each 
city.  The  Transitway  observed  positive  resiilts  after  four  months 
of  construction.  But,  the  Downtown  Crossing  has  not  observed  pos- 
itive results  even  after  six  months  of  construction.  This  does 
not  imply  it  will  not  work.  By  recognizing  the  different  con- 
ditions encountered  by  Boston  and  Philadelphia  one  can  account 
for  the  immediate  success  of  the  Chestnut  Street  Transitway  and 
the  delayed  and  unknown  outcome  of  the  Downtown  Crossing.  This 
does  not  suggest  that  the  redevelopment  in  the  Central  Business 
District  of  Boston  is  doomed  to  failiire. 

The  project  in  Philadelphia  was  planned  in  conjunction  with 
the  merchants.   Everything  was  planned  to  the  utmost  detail.   On 
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the  contrary,  BRA  in  Boston  devised  a  plan  and  then  approached  the 
merchants  expecting  full  support.  It  is  not  surprising  that  the 
plan  was  met  with  opposition  and  conflict. 

Perhaps,  if  the  BRA  and  the  consultants  would  have  allowed 
the  merchants  to  become  involved  in  the  planning,  many  of  the 
problems  would  have  been  avoided,  foreseen  and  solved  sooner. 

Strong  support  of  the  mayor  in  Philadelphia  had  forced  the 
completion  of  the  Transitway  on  time.   In  Boston,  Mayor  Kevin 
White's  active  support  only  became  apparent  with  the  implementa- 
(tion  of  Phase  II.  When  he  was  needed  to  stimulate  the  project  and 
calm  the  opposition,  his  support  was  not  to  be  found. 

The  area  redeveloped  in  Philadelphia  covers  a  larger  region 
than  those  in  Boston.  But  the  Downtown  Crossing  is  much  more  com- 
plicated. The  streets  of  Boston  are  crooked  and  narrow  while 
those  in  Philadelphia  are  not  only  straight  but  wide. 

There  can  be  no  comparison  for  the  utility  work  done  in  each 
city.  Boston  required  far  more  work  than  Philadelphia.  The  pipes 
in  Boston  are  over  a  hundred  years  old.  Breakage  of  pipes  around 
the  redevelopment  region  forced  the  replacement  of  old  pipes  prior 
to  the  streets  being  bricked  over.  This  has  not  only  greatly 
delayed  the  progress  of  the  project  in  Boston  but  it  has  caused 
mixed  feelings  among  the  public  and  retailers.  No  one  said  it 
was  going  to  be  easy.  Chestnut  Street  was  just  fortunate. 

Minimal  interruptions  permitted  the  Transitway  to  be  com- 
pleted on  schedule.  Workers  were  allowed  to  work  around  the 
clock  to  complete  construction  on  time.  Merchants  in  Boston  de- 
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manded  construction  to  cease  by  October  10,  1978.   They  felt  that 
this  was  the  start  of  their  Christmas  shopping  season  and  they 
knew  construction  would  affect  their  business.  Construction  was 
not  resumed  until  March,  1979.  Boston  is  missing  the  catalyst 
which  wDiild  force  the  project  to  completion. 

It  is  noteworthy  that  the  center  city  of  Philadelphia  was 
not  losing  its  popularity  to  the  suburban  malls  as  was  the  case 
in  Boston.  Philadelphia  did  not  need  revitalization.  Boston 
does.  The  banks  financially  supported  the  merchants  along  the 
Chestnut  Street  Pransitway  who  wanted  to  redesign  their  store 
fronts.  However,  the  banks  in  Boston  have  not  contributed  in 
this  way.  The  construction  period  has  affected  many  small  mer- 
chants sales  and  customer  traffic.  These  small  merchants  need 
the  loans  to  help  cover  the  costs  incurred  during  construction. 
The  loans  wotild  also  be  beneficial  in  encouraging  the  rennova- 
tions  of  their  store  fronts.  By  refusing  to  offer  loans,  the 
banks  are  only  stifling  the  revitalization  needed  in  Boston.  It 
is  amazing  the  project  has  progressed  this  far  with  so  many  prob- 
lems . 

After  considering  all  these  differences  underlying  the  two 
projects,  a  worthwhile  comparison  can  be  made.  In  evaluating 
Philadelphia,  the  groups  involved  in  the  Downtown  Crossing  are 
able  to  gain  a  clearer  perspective-  on  the  redevelopment  in  Bos- 
ton.  The  comparison  looses  its  purpose  when  a  merchant  de- 
mands the  same  results  that  Philadelphia  had  without  consider- 
ing the  significance  of  the  different  condifcioos.  ••  involved.  No 
two  cities  are  alike.  The  Chestnut  Street  Transitory  has  been 
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very  successful,  yet  the  issue  still  to  be  discussed  involves  the 
outcome  of  the  Dovnitown  Crossing.  Will  the  redevelopment  in  the 
CBD  bring  about  the  desirable  results  expected?  Can  it? 

The  Downtown  Crossing  is  only  in  its  beginning  stages. 
Attitudes  have  fluctuated  during  the  investigation  conducted  of 
this  project  from  optimism  to  extreme  pessimism.  Recently  re- 
newed hope  in  the  project  has  been  felt. 

All  construction  ceased  October  10,  1978.  At  the  time  this 
investigation  began  (February,  1979),  construction  still  had  not 
been  resumed.  Auto  traffic  had  been  banned  and  nothing  else  was 
happening.  Upon  consulting  the  BRA,  the  project  appeared  to  be 
living  up  to  their  expectations.  Yet,  the  merchants  were  recov- 
ering from  a  bad  Christmas  and  therefore  had  mixed  feelings  about 
the  project.  One  merchant  was  even  contemplating  backing  out  of 
the  project.  The  public  was  confused  and  uninformed. 

Finally,  construction  resumed  in  March,  1979.  Although  more 
problems  developed,  people  were  once  again  seeing  activity  in  the 
zone.  Upon  visiting  the  Traffic  and  Parking  Department  in  City 
Hall,  a  resurgence  of  enthusiasm  and  support  was  felt  with  the 
introduction  Phase  II.  Further,  with  the  Mayor's  commitment,  the 
merchants  regained  confidence  in  the  Downtown  Crossing. 

The  merchants  and  the  public  in  general  must  be  patient  and 
not  jump  to  conclusions  about  the  efforts  made  to  redevelop  their 
own  city.  They  can  learn  from  the  Chestnut  Street  Transitway 
and  find  solutions  to  many  of  their  problems  here,  by  examining 
Philadelphia's  project.  They  should  not  be  reluctant  to  continue 
with  the  project  or  classify  it  as  a  failure  because  it  has  not 
yet  achieved  the  success  that  Philadelphia  has.  The  Mayor,  the 
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BRA,  the  MBTA,  the  merchants  and  other  groups  are  already  involved. 
Now,  they  must  make  it  WOFIK. 

Increased  communication  between  the  merchants,  the  BRA,  the 

PffiTA  and  the  other  groups  involved  will  provide  the  necessary  link 

facei 

towards  understanding  the  problemsAoy  each  group  concerned  with 

the  Downtown  Crossing.   Then  all  concerned  will  be  able  to  work 
toward  the  most  efficient  and  effective  procedure  for  completion 
of  this  projcet.   Extensive  planning  will  be  required  to  make  the 
project  a  success.   Cooperation  among  all  concerned  is  essential. 
This  can  be  achieved  by  apainting  an  individual  who  has  no  alle- 
giance to  any  group  or  agency,  but  that  possesses  the  necessary 
power  that  this  task  entails. 

No  longer  can  one  group  attempt  to  design  and  implement  the 
project  without  the  input  from  others.   The  merchants  need  to  be 
involved  in  the  further  planning  of  the  bricking  of  the  streets. 
They  need  to  be  consulted  about  any  construction  to  be  done  near 
their  entrances  so  that  they  can  prepare  for  it  and  work  with  the 
planners,  accordingly.  Some  constructbn  could  be  done  in  the 
early  mornings  or  evenings,  while  it  is  still  light  out,  so  as 
lot  to  interfere  with  customer  traffic  or  the  daily  business  hours. 
It  is  essential  for  the  merchant  associations  to  continue  to  work 
together  after  completion  of  the  project.  Solutions  to  the  prob- 
ems  resulting,  shDuld  be  discussed  jointly.   In  the  past,  groups 
acting  independently  from  each  other  have  done  more  harm  than  good. 

Support  from  the  banks  needs  to  be  solicited.  Many  merchants 
lave  incurred  substantial  losses  in  sales,  due  to  the  construction 
;oing  on  on  the  sidewalks  and  streets.   They  need  loans  to  bear 
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these  costs.  Otherwise,  they  will  have  to  relocate  or  possibly 
discontinue  their  operations.  This  defeats  the  concept  of  the 
revitalization  of  the  downtown  area.  Renovation  of  present  fac- 
ilities are  an  important  part  of  the  revitalization  process  in 
the  area.  Verbal  and  financial  support  from  the  banks  are  nec- 
essary for  this  to  ocurr.  No  longer  can  the  merchants  bear  the 
cost  alone.  The  bank's  unwillingness  to  grant  loans  to  the  mer- 
chants, could  be  averted  by  the  City's  willingness  to  co-sign 
for  these  loans;   thus,  making  loans  available  to  the  merchants. 

At  this  time,  buses  and  taxis  are  traveling  through  the 
area  with  no  constraint  on  their  speed.  Speed  limits  must  be  set 
for  the  area  and  enforced  properly.  These  limits  are  necessary 
to  ensiore  the  safety  of  all  pedestrians. 

As  implemented  on  the  Chestnut  Street  Transitway,  center 
block  crossings  would-  also  provide  better  safety  for  pedestrians 
on  Washington  Street.   Signs  and  signals  could  be  placed  on  the 
edge  of  the  crossings,  not  only  to  warn  pedestrians  of  approaching 
bus  traffic,  but  also  to  alert  the  bus  drivers  of  the  pedestrians 
crossing. 

Favorable  publicity  is  vital  to  the  success  of  the  Downtown 
Crossing.  Newspaper  anouncements,  public  service  anouncements 
on  the  radio  and  television  should  be  made  periodically,  to  ex- 
plain the  progress  of  the  project.  The  public  needs  to  be  informed 
properly,  to  be  able  to  understand  what  is  going  on,  why  and  what 
to  expect  in  the  future.  This  will  stimulate  excitement,  which 
will  also  act  as  a  catalyst  force  to  achieve  the  completion  of 
the  project  at  a  faster  rate. 
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Boston  can  avoid  many  problems  by  looking  at  the  problems 
Philadelphia  is  facing  now,  in  the  project  area.  Acting  upon 
these  problems  is  just  as  important.   The  side  streets  of  Chest- 
nut Street  are  crowded  with  street  vendors,  which  cause  unnec- 
essary  pollution  due  to  the  trash  they  produce.  Posters  and, 
graffiti_have_ruined  much  of  the  street  furniture  along  the  Tran- 
sitway.  The  passing  of  ordinances  to  control  or  limit  the  num- 
ber of  street  vendors  now,  would  prevent  their  infiltration  in 
the  downtown  area,  harming  the  atmosphere  the  Downtown  Crossing 
hopes  to  achieve.   These  ordinances  would  protect  the  wide  side- 
walks designed  for  pedestrian  traffic.  Street  vendors  just  cause 
overcrowding  on  the  sidewalks.  Thus,  conflict  with  pedestrians 
results. 

Rules  and  regulations  need  to  be  established  for  licensed 
vendors,  peddlers,  and  musicians  who  would  like  to  establish  trade 
in  the  area.  The  regulations  might  specify  a  place,  the  amount 
of  space,  and  the  time  span  under  which  each  person  must  operate. 
These  regulations  might  also  include  a  tax  based  on  the  above  stip- 
ulations to  control  these  activities.  Then,  if  the  person  vio- 
lated these  regulations,  court  action  could  be  taken. 

In  order  to  control  pollution  from  posters, designated  sign 
boards  could  provide  for  the  placement  of  posters  in  specified 
areas.  Better  police  enforcement  would  be  necessary  to  ensure 
compliance  with  the  regulations  set  forth. 

I  j'aijjore  to  implement  rules  and  reg^iLations  now  will  only 
create  a  larger  problem  in  the  future.   If  the  merchants  act  now 
with  the  Mayor's  support,  laws  could  be-passed  more  rapidly 
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to  avoid  delay  that  could  bring  about  problems. 

The  city  should  seriously  consider  the  future  needs  of  the 
Central  Business  District  in  order  to  provide  for  the  essential 
needs  of  the  people  living  there.  The  provision  of  these  needs 
would  further  encourage  other  people  to  move  into  the  dovmtown 
area.  At  the  present,  much  of  the  space  above  the  retail  es- 
tablishment is  unoccupied.  This  is  a  problem.  Once  revitaliza- 
tion  becomes  more  visible  to  the  people,  they  will  be  more  en- 
couraged to  live  in  downtown  Boston.  Businesses  must  be  en- 
coxiraged  to  establish  offices  in  the  downtown  area.   The  banks 
and  the  city  must  step  in  and  lend  their  hand.   This  would  fur- 
ther enhance  the  vitality  of  the  Downtown  Crossing,  and  remove 
the  "ghost  town"  image  currently  projected. 

The  old  Steam's  building  is  being  converted  into  housing  for 
the  elderly.  To  facilitate  the  needs  of  these  people,  grocery 
stores,  laundromats,  and  dry  cleaners  will  need  to  be  established 
and  located  nearby.  Again,  these  operations  would  fill  in  some 
of  the  building  vacancies  present  in  the  downtown  area.  The  city 
could  zone  sections  of  the  downtown  area  to  provide  for  these  es- 
sential services. 

Although  the  City  and  the  Retail  Trade  Board  have  been  un- 
successful in  securing  a  third  major  for  the  CBD,  this  could 
change  upon  the  completion  of  the  Downtown  Crossing.  With  the 
revitalization  of  the  CBD  and  its  increasing  popularity,  a  major 
retailer  could  find  a  challenging  opportunity  to  enter  the  CBD. 
This  would  strengthen  the  downtown  area.   The  city  could  further 
entice  a  retailer  to  establish  here  if  it  would  provide  an  at- 
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tractive  tax  break  plan  and  low  interest  loans  to  the  organi- 
zation interested.  With,  the  approaching  fuel  shortage,  a  re- 
tailer should  be  more  willing  to  locate  in  the  downtown  region 
considering  its  proximity  to  mass  transportation. 

It  is  hoped  that  with  the  redevelopment  of  the  CBD  area, 
the  expansion  of  Chinatown,  and  the  revitalization  of  the  The- 
atre District,  the  adult  entertainment  district  (better  known 
as  the  Combat  Zone)  will  be  forced  out  of  the  area.  This  proves 
definitely  necessary.  With  the  addition  of  LaFayette  Place  and 
the  hopes  for  the  establishment  of  a  1,000,000  square  feet  office 
building,  the  downtown  area  will  become  a  lively  place  by  night, 
too. 

Substantial  promotion  of  the  area  will  be  beneficial  only 
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after  the  completion  of  the  Downtown  Crossing.   There  has  to 
be  something  to  promote.  Promotion  now  will  only  create  con- 


fusion in  the  public's  mind  because  the  physical  appearance  has 


not  changed  adequately  enough  to  stiiryulate  any  renewed_interest 
in  the  area.  The  advertising  should  be  more  image  oriented  in 
order  to  change  people's  perception  of  the  area.   In  order  to 
ensure  continued  ani  unified  promotion  within  the  area,  a  promo- 
tion director  should  be  employed  by  the  merchants  for  this  on- 
going piorpose.  Promotion,  then,  will  become  a  unified  effort. 
Once  the  streets  have  been  bricked  over,  new  lighting  in- 
stalled, and  the  new  shuttle  bus  system  implemented,  then  it 
becomes  time  to  begin  promotion.   The  city,  the  MBTA,  and  the 
merchants  should  promote  the  area  as  a  joint  group  as  well  as 
individually. 
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The  city  could  sponsor  special  public  announcements  about 
the  area  on  radio  and  television.  They  could  encourage  further 
support  in  the  newspapers. 

The  MBTA  could  educate  the  public  on  the  new  bus  routes  into 
the  area,  besides  promoting  it  through  posters  in  the  buses  and 
on  the  subways.  Special  pamphlets  could  be  designed  for  these  new 
routes. 

The  merchants  could  publicize  the  area  through  their  adver- 
tisements on  television,  radio,  and  in  the  newspapers.   The  news- 
paper advertisements  might  include  the  Downtown  Crossing  logo. 
They  might  establish  promotions  in  their  downtown  stores,  only  to 
draw  customer  traffic  into  the  area. 

Finally,  an  official  opening  for  the  Downtown  Crossing  should 
be  developed.  The  project  is  scheduled  to  be  completed  by  Sep- 
tember, 1979.  Therefore,  the  promotion  could  be  planned  for  a 
weekendA^lhe  fall  of  1979- 

Retailers  should  plan  on  having  special  sales  in  their  down- 
town stores,  to  promote  the  Downtown  Crossing.   The  MBTA  could 
provide  extra  buses  and  trolleys  to  carry  additional  people  to 
the  area.  A  special  bus  fare  might  be  instituted  for  the  weekend 
to  further  encourage  increased  usage  of  mass  transit.   For  example, 
one  week  prior  to  the  opening, discount  coupons  for  the  reduced 
fare  could  be  part  of  a  joint  advertisement  in  the  newspapers  by 
the  MBTA  and  the  city. 

Besides  special  sales,  the  area  itself  should  have  a  carni- 
val atmosphere.  Taxis  might  be  excluded  for  the  weekend  to  bet- 
ter ensure  the  safety  of  all  pedestrians.  Food  and  activities 
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would  create  a  lively  atmosphere  which  would  stimulate  revital- 
ization  in  the  downtown  area. 

The  ideas  presented  will  not  work,  unless  all  groups  work 
together  to  implement  them.  Any  attempts  to  arrive  at  solu- 
tions to  the  problems  encountered  in  the  Downtown  area,  become 
useless,  unless  there  is  a  strong  hand  at  the  top,  to  coordin- 
ate all  interest  groups  involved,  towards  the  accomplishment  of 
their  goals. 

More  difficult  barriers  to  overcome  were  confronted  in  Bos- 
ton. Many  jgerious  mistakes  were  made.  But,  Boston  has  taken 
upon  a  more  challenging  task;   the  revitalization  and  redevelop- 
ment of  its  complex  city. 

Yes,  the  revitalization  of  downtown  Boston  will  work  through 
the  implementation  of  the  "Downtown  Crossing"  project.  Retailers 
must  have  patience.  The  potential  is  there.  The  plan  should  not 
end  with  Phase  II.  But,  new  developments  should  be  created  con- 
stantly to  fiorther  the  strengthening  of  the  core  of  the  city.  The 
people's  perception  of  downtown  will  change,  positively.  Down- 
town Boston  will  gain  back  its  prestige  and  sophisticated  charac- 
ter it  once  possessed. 
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Urban  Mass  Trapsportation  Administration 

U.  S-.'-Oepactment  of  Transportation 

Nassif  Suilding 

400  Seventh  St.,   S.W. 

Washington,   O.C.   2QS30 

Dear  Mr.   Page: 

Re:      Oemonstration  Grant  Transit  and  Traffic  Imorcvefnent  Pnsaram 

The  aoston  Redeveiopment  Authority  hereby  submits  an  application  for  a 
Demonstration  Grant  of  ST, 516, 955  under  the  Urban  Mass  Transportation 
Act  of  1S64,   as  amended.     This  money  will  finance  a  major  portion  of  the 
proposed  Transit  and  Traffic  Improvement  Program  with  an  overall  cast  of 
$3,326,255.     The  Demonstration  funds  will  be  supplemented  with  money 
from  the  Massachusetts  Say  Transportation  Authority's  Transit  Sfficiancy 
Capital  Grant  and  the  Federal  Highway  Administration's  Urban  Systems 
funds. 

Our  program  is  aimed  at  reducing  the  long-standing  conflict  between 
pedestrian  and  vehicle  in  the  retail  district. 

Our  demonstration  grant  goals  are  to  improve  transit  paL-onage,   revive 
retail  sales  and  provide  pedestrians  with  better  access  to  area  streets. 

To  achieve  these  goals  it  is  necessary  to  reallocate  downtown  straet 
space  to  meet  the  competing  needs  of  pedestrians,   public  transportation, 
taxis,   delivery  vehicles  and  the  automobile. 

The  planned  space  allocation  will  Increase  pedestrian  right-of-way  en 
the  most  active  shopping  streets  and  create  an  axdusive  M3TA  bus  loop 
in  the  center  of  the  retail  district. 

The  reassessment  of  priorities  in  this  arsa  will  result  in  more  rational 
planning  for  taxi  and  delivery  vehicle  access.     Taxi  stands  and  loading 
zones  will  be  relocated  to  expedite  this  process. 

The  Demonstration  Grant  Funds  are  vital  to  the  success  of  this  project. 
The  Grant  makes  available  funds  for  a  bus  operating  subsidy  plus  pro- 
viding money  for  law  enforcement  and  maintenance  without  which  no  feasible 
program  could  be  devised. 
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EXHIBIT  VII 

DEMONSTRATION  GRANT  BUDGET  SUMMARY 
Traffic  Geometries  10  000 

Non- traffic  Related  Information  Systems      40,000 
Contingencies  200,760 

MBTA  Operating  Subsidy  709,792 

Enforcement  134  403 

Maintenance  30  OOO 

Promotion  75,000 

Evaluation  200,000 

Project  Management  117,000 

TOTAL $1,516,955 


EXHIBIT  VIII 


UMTA  SECTION  3:   Design  &  construction  of  bus  loops 

Franklin  St.  $     68,000 

Bus  Rte  Signals  239,000 

Bus  Rte  Geometries  152,000 

Bus  Rte  Amenities  90,000 

Bus  Rte  Engineering  17^,000 

Contingencies  72,300 

$795,300 


FEDERAL  URBAN  SYSTEMS":   Construction  of  pedestrian  area  &  non- 
transit  related  signals  &  signs 

Winter  St  $189,000 

Summer  St  150,000 

Old  State  House  Park  165,000 

School  St  Extention  56,000 

Washington  St  95,000 

Traffic  Related  Info  359,000 

$1,014,000 


UMTA  SECTION  6:      Capital  &  Non-capital  Funds 

Capital 

Traffic  Geometries  $10,000 

Non- traffic  info  40,000 

Contingencies  200 , 760 


$250,760 


Non-caDital 


MBTA  operation  subsidy  $  709,792 

Enforcement  134,403 

Maintenance  30,000 

Promotion  75,000 

Evaluation  200,000 

Project  Mgt.  117,000 

$1,266,195 

SUMM/VRY  OF   THREE  MAJOR  WAYS   OF  FUNDING: 

UMTA  SECTION   3  795,300 

FED  URBAI^I   SYSTEMS  1,014,000 

UMTA  SECTION   6   Cap  250,760 

UMTA  SECTION    6  Non-Cap  1,266,195 

Project  Total  $3,326,255 
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CITY  OF   BOSTON 
?i'^-*:.-%,.t-''^  OFFICE  OFTHE   MAYOR 

i  iiosroMA  jy 

CITY   HALL.  BOSTON 

VI  N    H.  WHITE 

MAYOR 


March  29,  1979 

Dear  Downtown  Merchant; 

Less  than  a  yeax  ago,  the  first  steps  were  taken  to  create 
the  Downtown  Crossing.  Using  funds  fron  a  Federal  Dononstration  Grant, 
and  enhanced  by  the  close  dialogue  between  the  merchants  and  the  city, 
the  e:q«riinent  developed.  Today  I*m  pleased  to  announce  sane  major 
itiqjiuvfc^iients. 

As  a  result  of  an  evaluation  of  the  Phase  I  features,  certain 
changes  will  be  rtade  in  Phase  H,  They  include:  a  rerouting  of  the 
buses  to  avoid  a  W^shingtcn  Street  route,  the  institution  of  a  shuttle 
bus  service,  ne*r  lighting  throughout  the  district,  the  bricking  of 
^fei^iington  Street  in  addition  to  Winter  and  Sumner  Streets,  and  an 
iiitensified  police  enforconent  plan. 

I  hcpe  that  you  will  find  today^s  meeting  infonnative. 
Many  thanks  for  your  ccntinued  cocperaticn  and  assistance  in  ensuring 
the  econanic  vitality  of  the  Downtown  Crossing, 


Sincerely, 
YSiTSSi  H,  WHITE 
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Enclosed  for  the  reader's  clarification  are  several 
pictures  of  the  projected  image  of  the  "Downtown  Crossing." 
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